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Full Text from NTSB 6120.1 Form 

NOTAM Section 

UGN RWY 14/32 CLSD 

UGN OBST TOWER LGT (ASR 1278207) 422635.70N0874903.50W (2.6NM ENE UGN) 909.8FT (317.9FT 
AGL) OUT OF SERVICE  

UGN TWY C BTN NORTH RAMP AND TWY C3 CLSD 

ARR OBST TOWER LGT (ASR 1210345) 414745.80N0882730.70W (1.6NM NNE ARR) 895.0FT (189.0FT 
AGL) OUT OF SERVICE 

ARR TWY C SOUTH OF TWY P CLSD 

ARR TWY C NORTH OF RWY 09/27 CLSD  

ARR RWY 18/36 CLSD  

Narrative History of Flight Section 

On Monday July 8th, 2019 I operated, a Knight-Wilcox Varieze S/N 43, N112EZ registered to myself, 
Joseph D. Dougherty, from KUGN to the intended destination of KARR.   

Prior to departure, I reviewed weather, NOTAMs, and TFR’s, removed covers, performed aircraft 
preflight inspection and removed the aircraft from the hangar.  The aircraft was last topped off with fuel 
on the 6th of July at 8DI (New Holstein, WI) and had flown approximately 1.6 hours since, (8D1-KARR-
KUGN).  The fuselage tank was full (2.5 gallons) and the wings contained approximately 15.2 gallons.  
Totaling about 3.2 hours of fuel remaining.  The flight home was planned .4 hours flight with 3.4 gallons 
consumption.  Planned landing fuel was 14.3 gallons, 2.8 hours of fuel remaining.  Weight and balance 
checked OK near center of CG range and a takeoff weight of 1027 pounds under the MTOW of 1110. 

Departure from KUGN was normal at 2037 UTC (KUGN 081955Z 08007 KT 10 SM CLR 22/13 A3007)   
Enroute cruise at 2500’ MSL was normal, flight visibilities decreased from 10SM near KUGN to observed 
4SM at point of initial contact to KARR ATC Tower.  KARR was changing ATIS.  I called the KARR ATC 
Tower and requested landing, KARR advised the field IFR (KARR 082052Z 34005 2SM HZ CLR 28/11 
A3004).  I requested SVFR, KARR ATC advised to remain clear as they had an IFR arrival.  I told KARR ATC 
I would hold northwest of the field and requested they advise me when they were ready for my arrival.  
I turned the aircraft to a west heading, and made a normal reduction of power to about 1900 RPM for 
holding.  Over the next minute the airspeed decreased as desired to approximately 93 KIAS (per GPS 
data) at approximately 2500’ MSL.   At approximately 2059 UTC the engine stopped rotating.   

The aircraft, as designed by Burt Rutan, is a very lightweight and simple aircraft with no electrical 
charging system and no electric engine starter motor.  I declared an emergency to KARR ATC tower, 
pitched over to approximately 45 degrees nose down beginning the Complete Power Loss in Flight 
checklist items, in an attempt to increase airspeed to cause the engine to rotate.   (Rutan Canard Pusher 
news letters state it is best to perform a steep dive to increase airspeed most quickly for a given loss in 
altitude).  I dove to the lowest altitude I felt I could make a safe recovery. 



Upon leveling I had an estimated 165 KIAS (per GPS data) at approximately 360’ AGL (per GPS data).  The 
restart attempt was not successful.  I had already made an alignment maneuver with I-88.  Now, as the 
aircraft decelerated, I used about 30 seconds to evaluate the best emergency landing site.  I normally 
would plan to land in an open field, but noticing what I believed to be a soybean fields, and 
remembering our recent heavy rainfalls, I believed the surface might allow the aircraft’s nose gear to 
fail, break apart the nose, and nose over the aircraft - causing leg and neck injury and/or death.   

Looking back to I-88, vehicles were spaced at approximately 300’ intervals which would allow a landing 
on the Interstate in between vehicles.  In my opinion, I-88 was the safest available emergency landing 
site.  

I leveled the aircraft at about 15’ AGL and began decelerating to the landing pitch attitude.   I flew above 
two vehicles while waiting for the aircraft’s energy state to be correct.  A GMC Canyon pickup truck was 
ahead of me.  I considered overflying that vehicle, but did not believe that the aircraft had the energy to 
fly past safely.   I elected to land the aircraft behind the vehicle at approximately 2100 UTC.   

I touched down at an estimated 78 KIAS (per GPS data), promptly de-rotated, and initiated maximum 
braking.  My closure rate with the vehicle was decreasing nicely, and it appeared our speeds would 
become equal roughly abeam the vehicle.  Unfortunately, due to pole mounted roadway edge 
reflectors, inadequate spacing existed and I could not come abeam the vehicle's left side.  Keeping the 
left wingtip as close as possible to the reflectors, I hoped the driver might notice my approach and move 
several feet to the right, however, the vehicle did not alter course.   

My right hand wingtip contacted the vehicle.  This contact produced a right yawing motion causing my 
fuselage to contact the vehicle’s left side.  I believe the forward canard wing detached from the aircraft 
at this time.   The yaw angle and direction of travel then sheared some or all of the landing gear from 
the aircraft.  Absent some or all the landing gear, directional control was lost and the aircraft began 
yawing and drifting to the left.  I impacted the median’s wire rope safety barrier.  Although deceleration 
forces were low and comfortable, this impact caused both substantial damage to the aircraft, and minor 
injury to my right foot.  During the accident sequence, the aircraft rotated through roughly 360 degrees 
to the left, mostly while impacting the wire rope safety barrier, and came to rest on a west heading. 

Per the Illinois State Police, the vehicle’s driver was not injured and his vehicle sustained minor damage.  

Several helpful people had stopped and gathered near the aircraft and assisted me exiting the aircraft.  I 
exited as promptly as possible as fuel odor was present.  I asked the people who assisted me to instruct 
others to remain well clear of the aircraft.  One of the persons who assisted me, mistook a piece of 
fiberglass debris on my sock for a fracture and told me I had a fracture of my foot.   While my foot was 
hurt, I asked for assistance walking so as to not further injure what I believed to be a fractured foot.   

State police arrived and checked my drivers license and stated EMS was enroute.  I presented my drivers 
license and asked whether FAA and NTSB had been notified to which he responded yes.  I was 
transported to Mercy hospital in Aurora where foot x-ray revealed no fracture.  A precautionary CT scan 
was interpreted by the Mercy hospital technician as possible brain hemorrhage.  I was transported for 
observation to Good Samaritan hospital in Downers Grove where another CT scan was performed.  The 
ER doctor at Good Samaritan reviewed the new CT scan and said the prior scan was in error, In fact, he 



said what had likely been seen was the cross section of an artery.    I received a letter stating no trauma 
of my head was observed.  I was discharged and returned home that night.  

 

Mechanical Malfunction/Failure Section 

Continental C-85-12  S/N 20202-6-12S, possible malfunction/failure causing inhibited engine rotation.   

Following an interruption of the combustion process, the engine stopped rotating for an unknown 
reason, which may include possible mechanical malfunction or failure as follows; 

The aircraft was holding at approximately 93 KIAS (107 mph) per recorded GPS data, well above both 
the published Propeller minimum wind-milling speed of 61 knots (70 mph) and the published propeller 
recommended wind-milling speed of 80 knots (92 mph)   While I suspect carburetor icing may have 
initially caused the interruption of the combustion process, the engine should not have stopped 
rotating.   Continued rotation would have permitted me to likely correct for a carburetor icing condition 
and restore engine power.   

During the execution of the Complete Power Loss in Flight checklist procedure, the aircraft was pitched 
down steeply in accordance with Rutan flight tested emergency procedure and the on-board checklist to 
increase airspeed in an attempt to restart the rotation of the engine.  The indicated speed reached was 
approximately 165 KIAS (189 mph) per GPS data.  This airspeed was well in excess of the published 
Propeller restart speed (prop stopped) of 130 knots (150 mph), and yet engine rotation did not occur.   

Additional Information Section 

I believe the cause of accident to be carburetor icing initially interrupting the combustion process, 
followed by engine rotational stoppage for an unknown reason; 

The engine was operating normally until 2059 UTC when at approximate 93 KIAS (107 mph) per 
recorded GPS data at approximately 2500’ MSL when the engine abruptly stopped rotating.  I suspect 
most likely the combustion process was interrupted by carburetor icing for the following three reasons; 

• The reported weather at KARR at 082052 (7 minutes prior to the engine failure) was 2SM HZ CLR 28/11 
A3004.  using a normal lapse rate the OAT at 2500’ MSL (the altitude of the aircraft), was 75.3 F with a 
reported dew point of 52 F.  The engine had been at cruise power and then at a lower approach or 
holding power setting of 1900 RPM, for the one to two minutes prior to engine failure.  The carburetor 
icing chart places these power settings in the Icing during Glide and Cruise Power to Serious Icing at 
Glide Power range.   

            [Insert - Chart of carburetor icing atmospheric conditions] 

• I had experienced carburetor icing in the accident aircraft two days prior on a 14CFR91 flight from 
KARR to 8D1.  This was experienced in cruise flight at wide open throttle (WOT) and was observed as a 
reduction in RPM.  Operation of the carburetor heat control and mixture resulted in restored RPM.   

• The MA3 series of carburetors are well known to experience carburetor icing.  I have experienced 
carburetor icing with this series of carburetors many times including two days prior to the accident flight 
in the accident aircraft, along with other aircraft types.  



Once the carburetor icing or any other reason caused the interruption of the combustion process, the 
engine should have continued to rotate due to aerodynamic forces.  This I why I suspect possible 
mechanical malfunction/failure.   

The Vari-Eze Owner’s Manual (Section IV of the Varieze manufacturing manual) third edition - December 
1979 published by Rutan Aircraft Factory Mojave, CA. and Canard Pusher newsletters (CP-60) listed 
several speeds associated with Propeller wind-milling and propeller restart.   These values were 
incorporated into instrument panel placards and the Varieze S/N 43 specific AFM carried on the accident 
aircraft; 

Propeller minimum wind-milling speed…………61 knots (70 mph) 

Propeller recommended wind-milling speed…..80 knots (92 mph) 

Propeller restart speed (prop stopped)………130 knots (150 mph) 

The aircraft was holding at approximately 93 KIAS (107 mph) per recorded GPS data, well above both 
the Propeller minimum wind-milling speed of 61 knots (70 mph) and the propeller recommended wind-
milling speed of 80 knots (92 mph).  Aerodynamic forces at the approximate 93 KIAS should have kept 
the propeller rotating.   Continued rotation would have permitted the pilot to possibly correct for a 
carburetor icing condition.  

During the execution of the Complete Power Loss in Flight checklist procedure, the aircraft was pitched 
down steeply in accordance with Rutan flight tested emergency procedure and the on board checklist to 
increase airspeed in an attempt to restart the rotation of the engine.  The indicated speed reached was 
approximately 165 KIAS (189 mph) per GPS data.  This airspeed was well in excess of the published 
Propeller restart speed (prop stopped) of 130 knots (150 mph), and should have produced more than 
adequate aerodynamic force to cause the stopped propeller to again rotate, however, engine rotation 
did not occur.   

The above described information is the reason I believe the engine rotational stoppage was due initially 
to carburetor icing interrupting the combustion process, followed by the engine's failure to rotate for an 
unknown reason. 
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